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EFFECT OF THE TUNNEL-WALL BOUIffiARt LATER ON TEST RESULTS 


OF A WING PROTRUDING FROM A TUNIffiL WALL 
By Robert A, Ifendelsohn and JosepMne F. Polhamus 


SUmARY 


Two-dimensional span-loading tests were made of a two-foot- 
chord NACA 65]_-012 airfoil model in the 2w-foot by 6-foot test 
section of the Langley stability tunnel to determine tunnel-wall 
boundary-layer effects. The tests indicated that a small loss 
(less than one percent of the load at the center) in average load 
may be expected. At the tunnel wall the load may be as inuch as 
10 percent lower than that at the center of the tunnel, and large 
changes in the tunnel -vfall boundary-layer thickness produce small 
changes in load. At low angles of attack the tunnel-wall boundary 
layer had little effect on the pitching moment. At high angles of 
attack, the average pitching moment for the wing may differ from the 
pitching moment at the center of the tunnel because of nonuniform 
stall. 


INTRODUCTION 


A large amount of work is being done with models that completely 
span the tunnel test section and with semispan models that use the 
tunnel wrall as a reflection plane. Because of the possibility that 
the tunnel-wall boundary layer affects the flovf near the v/alls and 
thus alters the airfoil Gharacteristlcs in this region, it wrould be 
desirable to have some know/ledge of the magnitudes of the effects 
and to find possible ways of correcting for them. 

Estimation of tunnel-wrall boundary-layer effects on a two- 
dimensional model is based in reference 1 on the assumption that the 
loading on the model \»dll be decreased at each end in proportion 
to the square of the local velocity through the tUnnel-wall boundary 
layer. Reference 1 also assumes that this change in loading will 
produce induced effects over the whole model and mil cause an 
appreciable error in measured results for most ratios of model chord 
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to model span. From computations of the vortex strengtli in tenas 
of tunnel-wall boundary-layer thickness, an estimat© of the induced 
angle-of~attack loading over the wing is made by a consideration of 
tunnel width and model chord* large changes in loading are shown to 
be possible fr<ma these calculatlona, and it is suggested that, for 
two-dimensional tests,, the model be mounted between a pair of dummy 
ends that are shaped to the model contour and fastened to the tunnel 
wall. 


In most cases, the practice of the MCA for two-dimensional 
tests of models completely spanning the test section is to neglect 
any correction for tunnel-wall boundary— layer effects. Instead of 
mounting the model on balances, several KAGA tunnels determine 
model lift by pressure Integration over a section of the tunnel 
walls, and this method of determining lift minimizes the error caused 
by the tunnel-wall boundary, layer. 

The tests herein described were run for the purpose of verifying 
experimentally the supposition that although there would be a 
velocity gradient ttirou^ the boundary layer, it would be caused by 
a local change in total pressure and that the static pressure, and 
consequently the airfoil lift, would remain essentially constant 
eujross the model span, A quantitative determination of the change 
in model loathing near a tunnel wall was also considered valuable for 
evaluating the accuracy with which semlspanr-model tests approximate 
full-span model tests. 

The pressure distribution about a two-dimensional wing was 
determined for various angles of attack and for various distances 
from a tumel wall, Thess measurements were made for both an ©rect- 
and an inverted-model condition, and a mean was taken of integrated 
forces and moments in order to eliminate possible errors caused 
by local changes in tunnel stream angle. Tests were run with a 
nomial tunnel-wall boundary layer and with a tunnel-wall boundary 
layer thickened by means of spoilers on the tunnel wall. 


SYMBOLS 


The coefficients and symbols used in this report are defined as 
follows : 

0 % section lift coefficient 

c^ maximum spaissrise section lift coefficient for a given euigle of 
^ attack 
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quarteiJ-cbord pitchlng'-mcsasnt coefficient 
airfoil chord 

pressure coefficient (Sj^) 

local static pressure 
free-stream static pressure 
dynamic pressure 

local velocity in the boundary layer 
velocity at edge of boundary layer 
tunnel width ( 30 Inches ) 

distance from leadliag edge of wing along chord line 
spanwlse distance from tunnel wall 
vertical distance above airfoil surface 
angle of attach 

APPARAOTS AND METHODS 


Model ."- A twO“foot*'Ohord model of MCA 6 ^j^l 2 airfoil section 
ms mounted between the walls of the 2^ -foot by 6~foot test section 

of the Langl^ stability tunnel in stich a cffiomer that the model center 
section containing the pressure orifices could be located at various 
distances frcaa the tunnel wall by sliding the wing laterally* The 
model was six feet in length' and was sealed at the t\annel— wall 
Juncture by felt pads clamped firmly against the surface, Clmiges 
in angle of attach were accomplished by rotation of tunnel-^all end 
dishs into which the model fitted* (See figs. 1 and 2.) 

Although the model was equipped with a true-contour 0.20c plain 
flap, the flap was in a neutral position for all tests. The airfoil 
contour at the flap gap was faired by means of ’‘Scotch” cellulose tape. 

Jfes-ts.— Pressure distributions about a section of the wing for 
angles of attach of 3,1° and 12.3° were determined for a number of 
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Bpanwlg© locations from the tunnel wall. In addition, a more ccaaplete 
rang© of angle of attack was used for the tunnel-center orifice 
location. The (iynamio pressure was changed from 40 pounds per square 
foot at high angles of attack to 100 pounds per square foot at low 
saigles of attack in order to obtain large pressure readings for 
better accuracy. These dynamic pressures correspond to Reynolds 
numbers of 2.32 x 10° and 3*66 X 10°, respectively. In order to 
eliminate possible errors caused by a spemwise variation in tunnel 
stream angle, tests were Blade with the model both erect and Inverted, 
and a mean of the two tests taken. Because a low-drag airfoil was 
used, and it was possible that a change in loading would be caused by 
a nonuniform position of transition, some tests were made with a 
transition tape at the leading edge of the model. In order to check 
the effects of the felt Seal, tests were made with a modeling-clay 
seal at the tunnel wall. 

Tests were made for three conditions of tunnel-wall boundary 
layer, as obtained by the use of narrow wire screens attached to 
the tunnel wall at the entrance cone. These screens extended from 
ceiling to floor and were pivoted at a point close to the tunnel 
wall in order to obtain changes in deflection. The outer edge of 
the screen was deflected 2 inches for spoiler 1 and 3 inches for 
spoiler 2, Tests were also made with no spoiler. 

Corrections,- Tunnel-wall corrections were applied to the angle 
of attack, the lift coefficient, and the pitching-moment coefficient. 
(See reference 2,) No tunnel-wall corrections were applied to the 
pressure distributions or the boundary-layer data. The equations 
used in cox-recting the data are: 

at = 1,0229 o£[j 

cq 5 = 0.967101^ 

“ 0 * 99 ^% + 0'0057cq^ 

where the subscript U desiccates uncorrected values. Coarrectiona 
were applied to the survey— rake tube heights for effective center . 
location in a total-head pressure gradient as outlined in reference 3* 


RESULTS AND DISCUSSION 


Tunnel-wall velooity profile s,— figure 3 presents the profiles 
of the velooity through the tumxel-wall boundaiy layer for a position 
six inches ahead of the location of the model leading edge for the 
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conditions with no tunnel-wall spoiler, with spoiler 1, and with 
spoiler 2» With no spoiler, the tunnel-wall hoiindaiy layer is 
considerably smaller in this tunnel than in most tunnels of this 
size because of the high contraction ratio and relatively short 
distance from entrance cone to test section. The tunnel-wall 
boundary- layer thicknesses corresponding to the three spoiler 
deflections .probably Include most of the tunnel-wall boundary- 
layer conditions likely to be encountered in practice. 

Pressure distributions .— For the condition with spoiler 2, 
section pressure distributions at a = 3®1° a- = 12,3° for an 

erect- and an inverted-nmodel configuration and for several spanwise 
tunnel positions are presented in figure 4, The tests indicate a 
higher loading with the model inverted than with the model erect. 

This result may be caused by misalinement of the wing temple,te, by 
a tunnel stream angle, by a small flap deflection, or by ary combina- 
tion of these effects. Since a mean of the erect and inverted 
tests was taken for the span-loading and pitching-moment results, 
most of these, effects ax’e averaged out. 

At a = witk spoiler 2, figure 4(a) shows that the peak 

pressure on the upper surface decreases in magaitude as the tunnel- 
wall position is approached. At a = 12,3° (fig. 4(b)) no definite 
decrease through the tumxel— wall boundary layer is shown. The 
flat peaks on the pressure distributions indicate that, for 
a = 12c3°j extensive regions of laminar separation exist near the 
leading edge of the upper surface for spanwise positions outside of 
the boundary layer. The large adverse pressure gradient necessaiy 
to cause the laminar separation was not in all cases measured by the 
static— pi-es sure orifices, and consequently the curves are shown ' 
dotted. Within the boundary layer, the magnitude of the flat regions 
becomes smaller because of turbulent mixing. Because of the change 
in total pressure through the boundary layer, full free-stream 
stagnation pressure was not reached by any of the pressure orifices. 

Figure 5 presents a comparison of pressure distributions for 
no tunnel— wall spoiler and for spoiler 2, Because of the smaller 
tunnel— wall bovmdary layer for the no -tunnel— wall spoiler condition, 
a closer approach to stagnation pressure is reached for the stations 
close to the tunnel wall, (See fig, 5(t-) In general, no large 
consistent differences in pressure distribution are shown by 
increasing the boundary— layer thickness, 

Spanwise surveys .— Figure 6 illustrates the method used in 
averaging test results. From a faired curve for erect-model results 
arid a faired curve for inverted-model results am average curve was 
drawn. The ordinate values of this average curve were then divided 
by the maximum value, and the resulting parameter ci/ci is shown 
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plotted in figure 7. This naximiam ralue ^sms used in place of the 
value corresponding to a tunnel having no wall "boundary layer 
because an estimate of the load-loss induced effects showed that at 
the center of the tunnel the effect was negligible. Jigure 7 
presents nondlmensional span-loading curves for angles of attack 
of 3.1° and 12.3° s,nd for three conditions of the tunnel-wall 
boundary layer. In addition, a theoretical curve computed by the 
methods of reference 1 is presented. This curve represents results 
for a model that was assumed to operate at unit lift coefficient 
before taking into account the reduction in loading corresponding 
to the spoiler 2 condition. It appears that the theory of reference 1 
strongly over-estimates the effect of the boundary layer. Although 
for the model investigated a small loss in average load occurs in 
the region of the tunnel wall for all spoiler conditions, the loss is 
small enough (less than one percent of load at center) to be neglected 
in most force tests. For pressure investigations on semispan models 
such as span loading or inteamial-balance pressure measurements, 
however,' local errors as high as 10 percent may result at the tunnel 
wall. As a check on the pcsslbility that the felt seals were leaking, 
repeat tests at a « 3.1° were run with modeling clay to form a 
seal at the tunnel wall. Figure 7 shows that little change occurred. 
Transition tapes placed at the leading edge to simulate a rough- 
model condition produced a small loss in average load. For 
a = 12.3°, the load is shown to decrease near the center of the 
tTinnel because of nonunlform stall charaot eristic a. 

Curves of section quarter-chord pitching-moment coefficient 
for the same test conditions as those of figure 7 are presented in 
figure 8. The apanwiae change in pitching moment is negligible for 
a = 3»1°» J’or a = 12.3°, because of the nonunlform stall 
characteristics, a speinwise change In pitching moment is noted. 

Flap section hinge-moment coefficients were determined for a simulated 
0.20c plain flap by integration of the pressure distributions for 
the region from the hinge line to the trailing edge. These results 
indicated that for an angle of attack of 3,1°, the spanwise variation 
of flap section hinge-moment coefficient was Just as great outside 
the tunnel-wall boundary layer as Inside, At an angle of attack of 
12.3°, the flap section hlng^-mcment coefficient became slightly 
more positive in the region of the tunnel wall. 

Force and moment coefficients ,— Figure 9 presents the variation 
of lift coefficient and quarter^'hord pitching-moment coefficient witb 
angle of attack as averaged from pressure distributions measured in 
the center* of the tunnel for both erect- and inverted-model 
configurations. Indicated on the curves are the average values for 
the complete span. These values represent the results which would 
be obtained if the model were fastened to balances. For angles of 
attack of both 3»1° a^ad 12,3°, the balance lift-coefficient estimates 
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checked very well with the tuimel-c enter results . At an angle of 
attack of 3^1°, the difference was very szaall in terms of the lift 
coefficient and at an angle of attack of 12*3° hecause of nonuniform 
span loading caused hy stalled flow, the close check indicated by 
figure 9 probaJbly accidental* The average pltohing moment for the 
wing was slightly more negative than the tuime 1-center value at an 
angle of attack of 3.1° but at an angle of attack of 12*3° the 
. average value over the span wa.s leSB negative than the tunnel- 
center value because of nonuniform stall. 


CONCIUDIKG EEMABKB 


Tests of a two-foot-chord model in the 2| -foot by 6-foot test 

section of the Langley stability tunnel to determine tunnel-wall 
boundary-layer effects on wings protruding from a tunnel wall show that 
a small loss in average load may be expected (less than one percent of 
load at center). At stations very close to the wall, the local load 
may be as much as 10 percent lower than that at the center of the 
tunnel, and large changes in the tunnel-wall boundary-layer thickness 
produce small changes in load. Also, at low angles of attack a 
tunnel-wall boundary layer has little effect on the pitching moiaent. 

At high angles of attack the average pitching moment for the wing 
may be different from the value at the center of the tunnel because 
of nonuniform stall. 


langley Memorial Aeronautical laboratory 

National Advisory Committee for Aeronautics 
Langley Field, Ta. January 2, 194? 
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Figure 1.- View of the NACA 65j-012 airfoil model in 2-- by 6-foot test section of 

2 

Langley stability tunnel. 
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Fig. 4a 
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Fig. 5a 
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F/gfure 5- Concluded . 
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Fig. 6 
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